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1.0 Executive Summary

In August 2007, the Regional Transit Coordinating Council unveiled a Vision Plan for transit in Southeast Michigan. The next
step was the preparation of the Comprehensive Regional Transit Service Plan which began in January of 2008 The intent
was to provide a more detailed analysis of the existing transit services in the region, recommend enhancements and to
develop a recommended transit network for Southeast Michigan (including Wayne, Macomb and Oakland Counties) and to
include commuter rail (CRT) service to/from Washtenaw, Monroe and St. Clair counties.

The Comprehensive Regional Transit Service Plan recommends the phased implementation of transit services, resulting in a
2035 network, shown in Figure 1 below.

Key features of the recommended network include:
¢  Enhancements to Existing Services: :

o Improved service frequency,
additional routes, increases in
Community Transit and
paratransit services, improved
waiting environments at bus
stops

* Introduction of Rapid Transit
Corridors throughout the region:

o Arterial Rapid Transit (ART)
services are the backbone &
catalyst of the system

o Services can become Bus
Rapid Transit (BRT) or Light
Rail (LRT) “If and only if"
ridership and cost
characteristics warrant

o Light rail on Woodward Phase 1
will be a privately funded
project

o Commuter rail from Detroit to
Ann Arbor, a SEMCOG project
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The recommended network provides many benefits to the Southeast Michigan region.
e Transit travel ime decreases nearly 20% by 2015 and over 30% with the 2035 network in place. Additionally,
many trips that cannot be made by transit today will be possible and realistic choices to residents of Southeast
Michigan.

o Connections to other parts of the regional transportation network such as park and ride lots, bicycle networks,
greenways will improve mobility in the region for all.

e For every dollar spent on transit, the region will gain between $4 and $8'. Economic benefits come from jobs
and housing that are attracted to corridors with transit. When transit is a part of aggressive economic
development plans, the results can move from ‘good’ to ‘great’. Strong fiscal benefits to local communities and
the State as a result of this development.

To implement the Comprehensive Regional Transit Service Plan, a regional fransit organization must be established. This
organization should have the powers 1o fund, plan, build, implement and operate transit services throughout the region.
Three to six counties of the Southeast Michigan region should be a part of this region.

A regional dedicated source of funding is needed to implement this plan. The regional funds are needed to match Federal
capital dollars or to bond capital projects. It is also needed to provide on-going operating funds.

The timing of all proposed implementation plans is based on the initial parts of the network being funded before 2013.
This report is structured as follows:

e Section2  Goals and Objectives

e Section3  Status of Current Services

e Section4  Enhancement of Existing Services

e Section5 Description of High Capacity Transit Modes

e Section6 Regional Agency Organizational Recommendations
e Section7 Introducing Rapid Transit Corridors - Phased Implementation
e Secton8  Mobility Benefits of the Regional Transit Network

e Section9  Economic Benefits of Transit Investment

o Section 10  Network Costs

e Sectioni1 Funding the Regional Transit Network

e Section12 Next Steps for the RTCC

' Street Smart: Streetcars and Cities in the Twenty First Century. Shelley Poticha and Gloria Ohland. 2006, Pages 3-4
The Benefitls of Public Transportation, Essential Support for a Strong Econgmy. APTA
Public Transportation and the Nation's Economy: A Quantitative Analysis of Public Transportation’s Economic Impact. Cambridge
Systematics, inc. 1999
Portland Streetcar Development Oriented Transit. Portland Office of Transportation and Portland Streetcar, Inc. 2006

Comprehensive Regional Transit Service Plan - Final Report 2
Regional Transit Coordinating Council (RTCC)
November 21, 2008




\

2.0 Goals and Objectives

The Regional Transit Coordinating Council (RTCC) is responsible for allocation of federal transit funds and planning for
transit in Southeast Michigan2. In August 2007, the RTCC published the Vision Plan which provided a history of transit in
Southeast Michigan, summarized previous plans and identified some broad direction and timeframes for enhanced transit in
the region. Through the Detroit Regional Mass Transit Initiative (DRMT) of the RTCC, the development of a comprehensive
regional transit plan was viewed as the next step in advancing regional transit planning in Southeast Michigan. This report
documents the Comprehensive Regional Transit Service Plan for Southeast Michigan (CRTSP), building upon the work that
has been previously done in the region and adding new innovative and cost-effective strategies that enable this plan to
address the many varied transit needs of the region and promote economic development. The focus of this plan is to identify
a network of services for the region that will enhance economic development and maximize public mobility in the tri-county
Southeast Michigan region.

2.1 Goals

Key goals of the RTCC include:
*  Providing safe, affordable, clean, convenient, on-time transit service

*  Providing better transit options to seniors and the disabled

*  Promoting Transit Oriented Development

*  Promoting regional economic growth

*  Make Southeast Michigan a destination to attract and retain younger residents

* Increasing overall access to workplaces, healthcare providers, entertainment/sports events, retail
establishments and cuitural venues

* Making it happen as soon and as cost-effectively as possible

2.2 Objectives

The Comprehensive Regional Transit Service Plan for Southeast Michigan was scoped to meet the following objectives of
the Regional Transit Coordinating Council,

»  Work with existing transit providers to plan for and coordinate improvements/enhancements of existing transit
services and the connectivity with new mass rapid transit systems
¢ Plan for and coordinate the development of new rapid mass transit systems in key transportation corridors

¢ Identify and recommend to the Michigan Legislature, the Governor, the three county leaders, the Mayor of
Detroit, local municipalities and the Federal legistature, strategies of funding (including possible legislation) the
development and operation of new and enhanced mass rapid transit in Southeast Michigan

2 Throughout this report, Southeast Michigan refers to the three county area including Macomb, Oakland, and Wayne Counties.
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3.0 Status of Current Services

In conducting the Comprehensive Regional Transit Service Plan project, it is first important to assess the status of transit
services in Southeast Michigan. This provides a baseline from which to understand - from a factual basis ~ how transit is
performing. To accomplish this, two distinct analyses were conducted. The first analysis looked at how the Southeast
Michigan region compares to transit provided in other top metropolitan areas. The second analysis looked at how the current
transit operators, DDOT, SMART and DTC (the People Mover) compare to their peers,

3.1 How the Southeast Michigan Region Compares to Other Metro Areas

Transit in the Southeast Michigan region was compared to transit in the top 25 metropolitan regions in the country. Key
findings from this analysis indicated the following:

*  Southeast Michigan is the largest region in the U.S. without high capacity rapid transit service in place or in
development, which requires SMART and DDOT to run longer and less cost-effective bus routes.

*  While the built environment is favorable for transit service (11 highest density of the top 25 metropolitan
regions), the region ranks near the bottom for transit funding (237 of the 25 largest metro areas).

*  The Southeast Michigan region spends $75 per capita annually on transit services, while the average of the top
25 metropolitan regions is $184 per capita annually.

*  Many other regions enjoy a higher level of financial support from local and state sources than is present in
Southeast Michigan.

3.2 How Local Operators Compare to Peers

The performance statistics for each of the three operators in the region (DDOT, SMART and DTC) were evaluated. For each
operator, trend analysis of their performance is compared to other ‘peer’ transit agencies (agencies operating similar service
in similar operating environments). Key findings of this analysis follow:

* Service provided by SMART, DDOT and DTC is good, considering the relatively low funding available for transit
today.

* The coverage of the region served by Southeast Michigan’s public transit providers has large gaps in the
urbanized area because of opt-out areas.

¢ Limited operating funds cause service level problems.

The efficiency and effectiveness of the local transit providers has been steadily improving in recent years,

however there are some key structural cost issues that hamper the operator’s ability to perform as well as their

peers.

o Both of the regions’ transit providers have higher vehicle maintenance costs than their peers. DDOT and
SMART have worked to lower their cost in the past four years but still remain significantly above their
peers.

o SMART and DDOT average vehicle and passenger miles are greater than peers due to lack of regional or
commuter rail services operating in the region. By traveling longer distances, Southeast Michigan bus
service costs more to provide than other areas. The longer distances wears on equipment more which
leads to higher maintenance costs. One advantage this does give Southeast Michigan transit users, is that
they travel longer for less cost and with fewer transfers.

o Fares cover a lower percent of costs in Southeast Michigan than for peer transit agencies. SMART and
DDOT collect on average 50% less than their peers. Even though the region was one of the first regions
without rail to increase the basic fare to $1.50 in 2002 most others have since passed this fare level,

*  There are only two similar systems to DTC. Generally, DTC compares well to the other similar services.

¢ Current cross-regional transit service lacks informational connections. DDOT and SMART work together on
many issues, but public communications and consistent service planning connections need work. Information
at the bus stop level needs improvement, especially when there are shared stops.
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3.3 Opportunities for Enhancement Through Coordination

Through the assessment of the existing services, several issues related to coordination of services were identified. There
are several things agencies can do now to improve the customer experience. Some of the recommendations are priorities of
the agencies, but cannot be accomplished because there is a lack of funding or leadership. There are some good examples
of cooperation between the agencies in some areas, for example DDOT, SMART and DTC are working together to improve
the information that is available to customers as evidenced by the recent move to have schedule information available on the
internet on the Google Transit website. The following recommendations build on the good efforts that have been made
already.

3.3.1 Joint Public Communications

Each agency in the region has their own communications style to fit their audience and customers. There are, however,
some communications that are needed to improve the ability of infrequent riders, tourists, or people who are attempting to
use the three systems for their journey. The RTCC should consider leading the effort for joint public communications among
the regional transit providers in Southeast Michigan. Some specific recommendations are described below.

Common Phone Number

The regional transit providers should have a single phone line for transit information. There are several areas in which,
SMART, DDOT and DTC can improve the transit experience through public communications. Establishing a single location
for transit information would have a big impact. One common phone line could be established to access general transit and
travel information for the three agencies. This could replace each agency’s phone number, providing greater customer
convenience. This effort would greatly enhance customers’ ability to more easily access the services that currently exist. The
need for this is becoming increasingly important with the growth in the region and the greater need to travel between the
suburbs and the city.

Regional System Map

A regional system map should be developed to represent all transit services in the region. The development of a regional
system map would be a quick, inexpensive way to provide information and promote usage of all the services in Southeast
Michigan. Currently transit customers have to carry DDOT, DTC and SMART maps if they wish to use all the systems.
While this may not be necessary for the experienced transit user, itis an impediment to infrequent users and tourists. The
map should also include information about connections to TransitWindor and Mass Transportation Authority - Flint who

provide service to the edges of the three county Southeast Michigan region.

Common Bus Stop Signage

Joint bus stop signage should be installed at shared stops in the region. In many locations in Detroit and the inner suburban
areas there are separate SMART and DDOT bus stop signs at the same bus stop. Integrated, common signage would
educate customers on what service is provided at what stop and would show transit critics that the agencies work together
for greater efficiency. This can also help alleviate some of the natural confusion that exists because of the limited stop nature
of many SMART routes in the city and DDOT routes in the suburban areas.

Operations Communications integration

Connections between different types of bus service can be more efficient with upgraded communication equipment in the
vehicles. Fixed Route and Community Transit services should be more effectively integrated using upgraded
communications to coordinate seamiess transfers for customers. A communications upgrade will also allow community
transit vehicles with Computer Aided Dispatch to more efficiently connect fixed route customers. While this is more of a
medium term solution due to capital purchasing cycles, work needs to begin on this in the short term so that an integrated
network will provide the opportunity for better connections between all bus services.
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3.3.2 Service Coordination

Coordinate Paratransit Services

Integration of paratransit service should be a regional priority. One of the largest complaints in metropolitan areas with
multiple transit service providers is a lack of coordination of paratransit services. This is true in Southeast Michigan, and was
a common complaint shared at the Public Open Houses. Paratransit users do not have a common phone number to call, and
they cannot currently coordinate trips between the two service areas. This is an activity that a central agency should manage.
The possibility of a minimum cost savings of 10% while improving connections for customers should make this a priority for
DDOT and SMART. This should be a first step towards eventual integration of the region’s paratransit services.

Shared Transfers with the People Mover

Unified transit in Southeast Michigan - from a fare payment perspective - would be complete with the integration of the
People Mover. Currently DTC does not accept DDOT/SMART transfers. In its position as a downtown circulator, the People
Mover is in a prime position to become a key part of the transit system. In tight funding situations such as exist in Southeast
Michigan, there are always concerns about such efforts. However, since both DTC and DDOT are part of the City of Detroit

should be possible to achieve. The upcoming opening of the Rosa Parks Transit Center adjacent to the Michigan Avenue
People Mover station provides the optimal time to integrate the People Mover with the Southeast Michigan bus system. The
. estimated cost for the fare equipment upgrade to allow shared transfers is $10 million.

Inclusion of Opt Qut Communities
Any new regional service should provide complete coverage of the region with appropriate transit services. In order for this to
be the case, all communities in the three county region
should be part of the regional system. Several large
communities and townships have opted out of funding
for SMART (Figure 2). Combined they represent aimost | .
400,000 residents and numerous business and ; :
commercial areas that are not connected to regional i |
public transit. Canton Township, Livonia, Plymouth,
Plymouth Township in western Wayne County and Novi - Vo
in Oakland County are developed enough that they can
currently support fixed route service. Rochester Hills and
Waterford Township in Oakland County are important
residential and employment centers that should be
connected to the region.

Improve Schedule Integration

Schedule integration can improve service for Southeast
Michigan transit customers. When both SMART and
DDOT upgraded their scheduling systems in 1999, both
agencies purchased the same software for the purpose
of coordinating schedules. However, the customization
that was needed for the coordination to be effective was
never completed. Both agencies informally coordinate

i i
schedules, but it would be more efficient for the process : R e
to be done directly by the scheduling software. By using 1T vt negon
the scheduling software, scheduling efficiencies could E =
be better tuned to customers, especially in non peak \ [ BB
hours to minimize wait times. An additional benefit of e
shared schedules information is that it could providean | {}
opportunity to easily produce shared bus schedules. R

i 325 & [

Figure 2 SMART Opt In/Opt Out Communities
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4.0 Enhancement of Existing Services

Transit service must be improved to allow transit to become a true mobility alternative in Southeast Michigan. Current service
provided by DTC, DDOT and SMART provide good coverage, but there is a need for more frequent service as well as some
improved connections and amenities. Improving the existing system is an essential first step of this regional plan.

The remainder of this section describes:

* Job Connectors - a short term solution for improved cross-regional travel
* Fixed Route Enhancements - describes service frequency improvements, route extensions and new routes

* Paratransit and Community Transit — describes the needed growth in these important services for lower density
areas and for people with disabilities that cannot use fixed route services

* Bus Stop Enhancements — upgrading the passenger waiting environment is important to attract customers

4.1 Job Connectors

Job connectors are a short term solution to provide quick, inexpensive cross region travel. The proposed services would
provide direct service between major job nodes that ~ : - ;

are currently served by four or more DDOT and
SMART routes. Riders will be able to travel long
distances quickly between SMART and DDOT hubs.
The service will be provided with smaller connector
buses with service scheduled to provide connections
to existing fixed routes. While initially using private
mall as hubs, over time the transit agencies should
work towards dedicated facilities where customers
can be provided upgraded amenities such as
enclosed wait areas with rest rooms. This service
would likely be replaced over time by rapid transit
service should performance characteristics warrant
the upgrade.

The proposed services are:

¢ Eastland Center - Rosa Parks Transit Center -
Fairlane Town Center

* Eastland Center - Royal Oak Transit Center
*  Southland Center - Fairlane Town Center

* Lakeside Center - Macomb Mall - Eastland

Center
. f 7
¢ Northland Center - Fairlane Town Center j Legend ;
§ ——h Corg et f
|0 amiees

Jf SHRAT Ot Ot

* Lakeside Center — Royal Oak Transit Center
¢ Macomb Mall - Royal Oak Transit Center

* Northland Center - Royal Oak Transit Center -
Oakland Mall
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4.2 Fixed Route Enhancements

DDOT and SMART have assessed current
agencies are currently completing Five Year
service frequency provide increased access

421 Near Term Route Extensions

Route extensions in the near term should create better
connections between Detroit and suburban Detroit areas.
This could be accomplished in the most cost efficient way by
extending DDOT routes into SMART territory and SMART
routes into DDOT territory. Southeast Oakland County and
the City of Detroit have good transit connections. This is not
the case in most parts of the region. While DDOT'’s Draft Five
Year Service Plan 2008-2013 addresses this issue, some of
the service proposed is duplicative of existing SMART service
and has not been coordinated with SMART. Both agencies
must cooperate and communicate on their Five Year Service

plans.

4.2.2 Service Frequency and Availability

Frequency of transit service in Southeast Michigan should be increa
The amount of service provided on routes with higher rid

service hours per capita, service
frequency in Southeast Michigan does
not compare favorably to other top 25
urban regions in the U.S. The amount
of service for a region the size of
Southeast Michigan is not conducive to
encouraging transit use. Service in the
off-peak hours similarly warrants an
increase, so that the maximum wait for
a bus is 45 minutes. Off-peak service
on higher ridership routes should be
increased also.

Frequency, hours and days of service
for many bus routes in Southeast
Michigan were cut back in 2004 and
2005 due to budgetary constraints.
Many of the adjustments were justified
under productivity guidefines but now,
some of the routes have increased
ridership and need more service.

Both increases will provide more
options to customers and potential
customers in the region. Consultation
with SMART and DDOT indicates that
proposed short term system increases

on existing routes should consist of lower wait times; ad

outes that should be extended and service increased in the near future. Both
Service Plans that will provide more service in the future. The extensions and
to additional destinations such as commercial centers or other bus routes.

7 Cadillac-Harper Cadieux & Kercheval

14 Crosstown Michigan and Telegraph
18 Fenkell Telegraph and Plymouth
19 Fort St Fairlane Green

20 Grand Belt Fairlane Towne Center
25 Jeferson Cadieux & Kercheval

37 Michigan Ave. Telegraph and Michigan
41 Schaefer State Fair

43 Schoolcratt West b Middlebeit

47 Tireman Michigan and Telegraph
54 Wyoming Northland Center

60 Evergreen Northland Center

Table 1 Proposed DDOT Route Extensions

sed so that the maximum wait for a bus is 30 minutes.

B .
140 Southshore

280 Middlebeit South

740 Twelve Mile

ership should also increase. Using general guidelines such as transit
12 Conant 245 Cherry Hill 510 Van Dyke Local
36 Oakland 250 Ford Road 530 Schoenherr
37 Michigan 255 Ford Road Express 550 Garfield
39 Puritan 275 Telegraph 560 Gratiot Local
46 Southfield 280 Middlebelt South 565 Gratiot Limited
70 Crosstown Express 330 Grand River-Beech Daly 710 Nine Mile
71 Grand River Express 385 Orchard Lake 730 Ten Mile
72 Dexter Express 400 Southfield-Orchard Lake 740 Twelve Mile
73 Woodward Express 450 Woodward Local/Pontiac 760 Fourteen Mile
125 Fort Street 455 Woodward Local/Somerset |780 Fifieen Mile
135 Southshore Express {465 Auburn Hills Limited 805 Grand River Park & Ride
140 Southshore 494 Dequindre 830 Downriver Park & Ride
160 Downriver 495 John R 851 W. Bloomfield/Farm.P&R
125 Fort Street 330 Grand River-Beech Daly 560 Gratiot Local
140 Southshore 385 Orchard Lake 610 Kercheval/Harper
245 Cherry Hill 400 Southfield-Orchard Lake 710 Nine Mile
250 Ford Read 405 Northwestern Highway 730 Ten Mile
265 Warren Road 450 Woodward Local/Ponfiac 740 Twelve Mile
275 Telegraph 495 John R 760 Fourteen Mile

510 Van Dyke Local 780 Fifieen Mile

760 Fourteen Mile

Table 2 DDOT and SMART Recommended Service Increases

ditional extra hours and full routing of weekend service (Table 2).
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Transit service hours should be extended. In many parts of the region service is limited to a few hours of the day, usually
around the peak periods. This restricts the use of transit customers who work or wish to travel outside of the peak periods.
Often, this limits option for riders who are second shift and service workers,

Itis also recommended that the frequency of the People Mover service increase to provide better circulation in Downtown
Detroit. With the opening of the Rosa Parks Transit Center, adjacent to the Michigan Avenue People Mover station, the
People Mover is positioned to provide direct connections between many routes and the downtown area it serves. This can
result in greater demand for more service assuming transfers and frequency are improved.

4.2.3 New Routes

Fixed route service is recommended to be expanded in areas that have been assessed as being underserved based on the
Transit Potential Index analysis that was performed for this project. Several proposed new routes are in the urbanized core of
the three county region. DDOT and SMART .

currently have proposed new routes (Table 3) which :
address some of these areas. Since Southeast Downtown-Airport Dix-Toledo

Michigan has very good coverage, many of new Eight Mile Express Michigan Av. Limited

routes in the region should provide service that Everygreen Exrpess Coolidge

produces better connections between the DDOT and Fort Express Mound Rd.

SMART areas, allowing customers to board Greenfield Express North Troy-Sterling Hts Park and Ride

anywhere in both service areas and provide service Jeferson Express
between major employment and commercial areas.
Any additional new routes near the City of Detroit
should connect the City with the suburban nodes of
activity.

Michigan Ave. Express
Seven Mile Express

West Warren Express
Table 3 Proposed New DDOT and SMART Routes

Many lower density areas of the Southeast Michigan region are currently served by flexible and demand response service.
Residential and employment densities and trends identify several areas that can support scheduled fixed route service.
These areas include Sterling Heights; Southgate-Taylor Area; Downriver (south of Eureka Rd.); Warren and Center Line.
Service in these areas should be upgraded concurrently with the inclusion of opt out communities. Both changes will change
demand and rider patterns in the region. Additional study to determine the details of the best way fo reintroduce service to
these areas should be undertaken.

4.3 Paratransit Service

Paratransit is the service that customers who because of their disability, cannot use fixed route bus services. Customers call
in advance to arrange a ride between a starting point and destination. Much of this service is required to be in areas
surrounding fixed route services (3/4 mile on either side of the route). Currently SMART and DDOT provide this service in
each of their operating areas. However in some cases more than 24 hours advance reservation is required. This needs to be
reduced to a maximum of 24 hours. These separate paratransit services should be combined and operated by one provider.
Currently customers who travel from the suburban Detroit to the City of Detroit must arrange trips on both services and
transfer. This is difficult at best. Since many communities in Western Wayne have opted out of SMART, SMART's
paratransit service area is disconnected and service is provided in two physically different regions, north of 8 Mile and south
of Joy Rd. This disconnected service area can be made more efficient by coordinating the DDOT and SMART paratransit
services. This way, two overlapping zones can be setup that mirror Southeast Michigan residents’ true travel patterns.
Regional riders would be able to travel in their areas easily (e.g. Royal Oak to New City or Detroit to Dearborn). The
coordination of new regional paratransit service should be spearheaded by and expanded RTCC or a regional transit
authority. These new efficiencies will help minimize the anticipated capital and operating growth in future paratransit service.

Requests of paratransit riders by both providers is increasing. Due to the large projected growth in the aging population, it is
expected that ADA/Paratransit service will need to increase by 50% to accommodate this growth. The over 65 population of
Southeast Michigan is projected to grow from 12% of the region to over 22% by 2030. This is a higher percentage increase
than is projected in most other regions.
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4.4 Community Transit

Low density suburban and rural areas use public transit that is tailored for their needs. These areas do not have the density
to support fixed-route bus service. SMART currently serves these communities with Connector and Community Partnership
Program service. This plan estimates that these services will have to grow by 50% to accommodate increased population
and transit usage in these areas over time. Additionally, service will need to grow to allow these community transit services
to provide connections to the regional transit system rather than only providing access within a community. These services
are important components of a regional system and should be enhanced to provide “first mile/last mile” services for regional
trips.

4.5 Bus Stop Enhancements

The waiting environment for passengers must be improved to attract and retain customers. Currently there are many
locations where a bus stop is identified by a sign pole along side of a road, often in an area that is not paved or connected to
sidewalks. Transit customers must be able to safely and conveniently access bus stops, with a standard set of basic
amenities. The basic bus stop throughout the region should have sidewalk access. Lighted shelters with a system map and
schedule information should be installed throughout the region. At certain key location the shelters should include “next bus”
information which provides real time information on the location of the next bus serving that bus stop. A minimum of one
hundred locations should be installed in the first five years with a goal of 400 for each five year period after 2015. These
enhanced stops will be implemented in a systematic manner throughout the region, using a set of guidelines and in concert
with streetscaping or planned roadway projects.

Figure 4 Bus Shelter in Chicago
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3.0 High Capacity Transit Modes
In addition to the enhancements to existing services discussed in the prior section, there are a number of corridors in the
Southeast Michigan region that have characteristics that would be appropriate for the introduction of higher capacity transit
services. The characteristics that identify these corridors include:

* High travel flows through the corridor

* Development patterns that are supportive of transit and could benefit from additional development potential

* Key destinations along or near the corridor

» The nature of the market that can use fransit

There are a number of different transit modes that may be applied into high capacity corridors. This section provides a
description of the mode, provides a visual image and describes the cost characteristics of the mode. The next section of the
report identifies the specific corridors and modes that are recommended in this plan.

Figure 5 Upgraded Bus Stop in Kansas City
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5.1 Arterial Rapid Transit (ART)

Arterial Rapid Transit corridors are areas where there are certain aspects of Bus Rapid Transit (BRT), such as traffic signal
priority (the provision of extra green time for bus in response to an automatically generated call from the bus to a signal itis
approaching), wide stop spacing (2 to one mile or more), enhanced stops with shelters that provide more protection and next
bus information, specific branding of buses and stops. Using the separate parts of ART, enhancements throughout the region
can be made quickly.

ART is proposed on priority fixed routes throughout the region. ART will provide:

Upgraded bus stops that provide more protection and next bus information
Specific marketing and branding strategies for the ART service

Traffic signal priority to help speed buses

Hybrid low fioor buses with bike racks

RS I )

Figure 6 Metro Rapid Branded Bus - Los Angeles

Implementation of ART is a relatively low cost, quick solution to lower the travel time of customers. For example, in Los
Angeles, the LA Metro Rapid service reduced the travel time on some routes by up to 25% and increased ridership by 30%.
ART can be implemented in a programmatic way or in an incremental fashion. It should be possible to implement ART
services outside of the Federal New Starts funding process (which can take from 7-12 years to implement a project) by
tapping other sources of funding such as Bus and Bus Discretionary funding, formula capital funding and other specialized
sources. Roadway improvements related to the projects (such as intersection or signal improvements) can be funded
through roadway or flexible funding sources. Use of low-floor and hybrid diesel/electric or fuel cell powered vehicles should
open up new funding sources not previously available.

Capital costs of $300,000-8450,000 per mile include traffic signal priority, enhanced bus stops with upgrades shelters with
amenities and branding.

Hybrid low floor buses with comfortable seating and options such as wi-f currently cost from $500,000 - $600,000. The cost
of regular transit bus averages $275,000. The cost to operating ART is anticipated to be $127 per vehicle hour.
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5.2 Bus Rapid Transit (BRT)

Bus Rapid Transit vehicles are not your typical transit bus. They have an appearance closer to that of a train on rubber tires.
BRT is a bus operating strategy that uses reserved transitways or lanes, express operations, special vehicles, enhanced
passenger facilities, and other means for buses to emulate the reliability and convenience of rail transit. The goal of using
BRT technology is to combine the flexibility of buses with the speed and reliability of rail transit at a lower cost.

BRT is used in corridors that range from 1,000 trips per day to 40,000 trips per day. BRT works best in an exclusive right of
way where buses can operate similar to trains, averaging speeds close to 30 mph. The most capital cost efficient BRT
systems, integrate bus service into a right of way physically separated from traffic.

BRT proposed in this report refers to the all aspects of
ART with the addition of priority treatment, such as
dedicated lanes in sections, full stations that provide
prepaid boarding and longer articulated buses with
multiple entry/exit doors.

The general capital costs for BRT range from $9.1
million - $21 million per mile. There is an anticipated
35% savings in corridors that are upgraded from ART to
BRT. ART buses will be redistributed to new or existing
ART routes and much of the infrastructure (traffic signal
priority) is in place.

BRT vehicles which are extended multiple door

_ e entry/exit buses cost $1 million - $1.2 million each. They
~_ willhave all the amenities of ART buses. The operating
- cost of BRT is slightly higher at $135 per vehicle hour
due to the larger buses.

Figure BT Siation ih Cleveland’ ')

Figure 8 BRT Station in Eugene, Oregon
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5.3 Light Rail Transit (LRT)

Light Rail Transit is an electrically powered rail
passenger system used for urban transportation,
typically used on shorter routes than those covered by
commuter rail. LRT typically operates at-grade.
Similar to BRT, LRT in an exclusive right of way can
average speed of 30 mph.

LRT vehicles are more maneuverable than traditional
railroad equipment. The trains are bi-directional
vehicles, operated by one driver. Customers prepay
before they board and wait in stations just fike BRT
stations.

There are two types of LRT currently used in the us. _ Rl o
Modern Streetcar and Light Rail vehicles. e S SR o el
Figure 9 Modem Streetcar in Portland

5.3.1 Modern Streetcars

Modern Streetcars are designed to travel in congested urban areas and can operate and are light and maneuverable. They
are used in areas where the station spacing is close together and they have fast acceleration that minimizes the effect that
short station spacing has on travel times. The size and design of streetcars enable them to maneuver tighter turns and
operate in both the median and curb lane of streets.

Capital costs of modern street cars range from $16 million - $29 million per mile. The lower end of the cost range include
minimal stations with a shelter and ticket machine. The higher range includes a station, typically integrated into the curb
side of a street. Another major difference in the costs is the depth of the roadbed to support the weight of modemn streetcars.
Heavier vehicles, with weights close to light rail vehicles, will need more subsurface support which increases the cost per
mile.

The cost of modern streetcars is $3 - $3.5 million per three car connected train. The operating costs of $173 per vehicle hour
covers all parts of the operation including electricity and station maintenance.

T A N %1 ot 3 _
‘ 3 H 4 & f i ‘T‘
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Figure 10 Modern Streetcar in Portland
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5.3.2 Light Rail Transit Vehicles

Light rail vehicles are larger trains designed to operate in mixed traffic and on dedicated right of way. They are capable of
high speed (55 mph) and being connected to travel in multiple units. Light rail vehicles have a high passenger capacity,
similar to heavy rail (subway railcars). Stations for these systems are usually spaced at one mile (or more) intervals to aflow
the vehicles to reach higher speeds, though they can be spaced closer in more densely developed areas.

? e

Figure 11 LRT Vehicle in Houston

Construction costs for these systems range from $59 million - $69 million per mile. The bulk of the cost is related to the
roadbed infrastructure. Vehicles costs range from $4 million - $5 million for each two car pair. The cars have a higher
capacity for passengers than the modem streetcar. Operating light rail vehicles average $217 per vehicle hour with
maintenance of more infrastructure driving the higher costs.

Both modem street cars and light rail vehicles can travel on the same tracks as long as the stations are designed at the same
height and the track bed substructure is designed to accommodate the heavier weight of the light rail vehicle.
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5.4 Commuter Rail

Commuter Rail is rail passenger service, operated on tracks shared with freight traffic. Commuter rail is oriented to the peak
period and typically serves suburban commuters to downtown employment areas. Commuter rail typically provides at least
several inbound and outbound weekday trains, focused on work trips. Regional rail passenger service, serving multiple trip
purposes, is normally operated with trips spaced through the day, with service every day.

Capital costs for commuter rail, $1.7 million - o
$3.3 million per mile, range widely because of =
the wider range of conditions that are —
encountered in introducing commuter rail.
Higher per mile costs are attributable to
improvements the freight railroads request
before allowing passenger service on their
tracks. Often the costs, for things such as a
second track or new signaling, can put
projected project costs out of reach. Vehicle
costs for commuter rail also have a large
range. This is due to their being a market for
used commuter railroad equipment.

Passenger operators in some regions have
consistent streams of capital funding and
retire equipment that can be refurbished.
Vehicle cost for one train (one engine and
five passenger cars range used from $2.5
million - $3.5 million and new from $7 million - $15 million. Operating costs of $476 per vehicle hour for commuter rail are
high due to trackage use fees that transit providers pay the railroads.

Figure 12 Commuter Rail - Chicago
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* Recommended powers of the regional organization
¢ Organizational structure

¢ Phased implementation

6.1 Powers of a Regional Transit Organization

The following powers are recommended for a regional transportation organization to service Southeast Michigan: With these
powers, a regional organization should be able to plan, fund, build and operate regional transit service. Within these powers,
there is a very broad range of how these powers can be applied. The details of how they are applied will depend on many
local factors:

* lIdentify, obtain and manage funding

»  Construct capital projects

¢ Develop and implement service expansions.

e Ability to create or respond to economic development opportunities

*  Coordinate or unify current and future transit services in the region

*  Contract for management and operation of transit services with current providers or private
*  Plan for capital and operational changes to transit

*  Ability to achieve zoning approval for bus stops and passenger shelters regionwide

* Implement or coordinate services through allocation of funds, regulation of geographic and modal service
areas, and competition for jurisdiction over new services

6.2 Organizational Structure

Establishment of a new organization has many aspects to set in place. There are three key items considered here that have
significant ramifications for the ability of an organization to function and meet the needs of the region.

e Geographic area
» Board appointments
e Board size

6.2.1 Geographic Area

Itis recommended that the geographic area for the regional transit organization consist of the 3 Southeast Michigan counties
~ Wayne, Macomb and Qakland. Because of the nature of the travel patterns within this region, it is also recommended that
the organization be established without ‘opt out’ options. The existence of opt out communities has clearly left holes in the
transit network in the region today. At the same time, the establishment of a mechanism in the enabling legislation to allow

other surrounding counties to join through acceptable administrative agreements is encouraged. Inclusion of Washtenaw,
Monroe and St. Clair counties should be considered.
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6.2.2 Board Appointment

There are many different ways for Boards of Directors to be appointed. There are several key characteristics that should be
achieved by any approach. Itis essential that any method used for Board appointments achieve a balanced Board
membership as well as provide for the representation of the main governmental entities.

Some of the options that can be identified include:

o Direct appointment by local counties/cities in the region

e Nominations by local counties / cities in the region with appointment by Governor
e Straight appointment by Governor

e Elected Board

o Ex Officio participation by Michigan DOT or other government agencies

Examples of all of these options are present in the transit industry. Each region identifies an approach that meets the needs
of the specific political and institutional structure within their own region. In addition to the examples described, some blends
of these options also exist. A fairly common blend is to have an appointed Board, with direct appointments as well as
gubernatorial appointments and ex-officio representation, often by the state DOT.

6.2.3 Board Size

The transit industry sees a large range in Board sizes. It is recommended that the regional transit organization in Southeast
Michigan seek to establish a Board with between 5 and 11 members. This provides the opportunity for a Board to be widely

representative of the region as well as to attract a good mix of skills and experiences to provide policy leadership for the new
organization.

6.3 Phased Implementation

Phased implementation of the regional transit organization is essential from both practical and pragmatic perspectives.
DDOT, DTC and SMART are all limited by practical concerns of funding adequacy as well as geographical constraints. The
services provided by these organizations cannot be replaced overnight. In some regions, organizations function well by
combining regional services with local services. The powers recommended for the regional organization provide for the
ability of the new entity to function anywhere from being the sole operator and funder of transit in the region to blending the
skills and resources of the new organization with those of the existing providers. The following steps are recommended for
the evolution of the regional transit organization in Southeast Michigan.

e Build organizational structure and capacity
e Commence implementation planning for ART and corridors
e Determine best way to coordinate existing providers
o Continuity of service
o Funding streams
o Accelerate enhancements with regional consistency
e  Full implementation
o Single organization - RTA
»  Unified agency
= Coordinated operations under regional guidance
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7.0 Introducing Rapid Transit Corridors

Rapid transit service provides fast, frequent, comfortable transit service in corridors that have high transit use - with the
potential for yet higher transit usage if a higher quality or faster service were in place. Rapid transit service provides
amenities such as stations and vehicles with more amenities than a normal transit bus. Station spacing of ¥z mile to 1 mile or
more allows higher speeds and faster travel times. Station spacing of % mile is common for Light Rail/Streetcar operations
within a downtown district. Rapid transit systems properly integrated with the existing transit system, allow transit agencies to
reallocate equipment and service to the wider region once a rapid transit corridor is introduced. As described in the prior
section, rapid transit systems do have a high initial capital cost, which with Federal funding can be matched with state and
local investments to build. Local dedicated funding is also needed to fund the on-going operations of these services.

Implementation of these services often has a long lead time. Combine the planning horizon with the amount of funding that
is being sought, and it becomes clear that a phased implementation of service is the appropriate way to pursue
implementation of rapid transit corridors in the Southeast Michigan region.

7.1 Phasing of Service

The development of a Long Range Plan for transit services must be implemented over time. The ability to implement
depends on funding available. With the need for a region to match scarce Federal capital support dollar for dollar means that
there needs to be local funding in place to match or bond projects. Additionally, a Long Range Plan seeks to grow the
market for transit services over time. Phasing transit in new modes is a cost effective way that will allow transit to grow

steadily.
The basis of the Comprehensive Regional Transit System Plan is to:
¢ Phase in rapid transit corridors over time, and

¢ Use Arterial Rapid Transit (ART) as the backbone/catalyst of the system

Corridors will move to a higher level of service jf and only if ridership warrants the improvement and density characteristics
will be able to leverage the needed Federal funds for capital construction. By building on a growing infrastructure the costs of
expansion of services is incremental. The projected cost savings of using this strategy is 35%.

The network is laid out in “snapshots™

*  Short Term Implementation 2009-2012,

e 2012-2015,
s 2016-2020,
s 2021-2025, and
e 2026-2035

In the first five years, existing service will be expanded with fixed route extensions, increases in service for both fixed routes
and Community Transit, addition of new routes and the reintroduction of service to communities that have opted out. With
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the introduction of enhanced bus services such as ART, Job Connectors and BRT the region will increase high quality transit
service in a financially viable manner.

Increased bus service will help grow a transit constituency. This improved service will translate into a broader constituency to
advocate for expanded rapid transit services. In short, success breeds more SUccess. Introduction of LRT service on
Woodward in the first ten years will be a test to prove LRT viability in Southeast Michigan. Assuming that LRT is viable, as
the region’s characteristics suggest, rapid transit service will be able to grow in the region and bus service will adjust to
provide the best connections.

Following this pattern, this plan lays out a 27 year scenario where transit will continue to grown and provide the inner three
counties of Southeast Michigan with a regional transit system and 6 counties with a commuter raif system.
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7.2 Short Term Implementation 2009 - 2012

The two capital intensive projects, LRT on Woodward from Jefferson to Grand Boulevard and Commuter Rail from New
Center to Ann Arbor (with a station at Detroit Metropolitan Airport) are currently in the planning phases and are expected to
be ready for implementation by 2012. ART services can quickly be started on Woodward, Gratiot, Warren, Michigan, M-59
and Telegraph Rd. During this short term time period, intensive planning efforts must be underway for the services expected
to be implemented in the 2013-2015 time period, particularly for the BRT on Gratiot and the LRT extension on Woodward
from Grand Boulevard to 11 Mile Road. \
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Figure 14 2012 - Proposed Corridor Service
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7.3 Proposed Rapid Transit Corridors 2013-2015

In 2015, the proposed network contains adds regional commuter rail service from Detroit to Pontiac. LRT on Woodward is
extended to 11 Mile Rd. and complimented by BRT on GratiotM-59. ART is added to Big Beaver-Metro Parkway, 8 Mile
Road, Grand River, Jefferson St./Harper Ave. and Fort St. to serve Downriver. During this period, intensive planning will take
place to determine if some routes or segments are appropriate to shift to Bus Rapid Transit or Light Rail Transit in the next

time period.

Legend

2043-2015 Transit Network
vty ART

r—— FRT

ramseny QRTLET

weassmmme | T

e CR

\

Figure 15 Proposed Corridor Service 2015
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7.4 Proposed Rapid Transit Corridors 2016-2020

By 2020 it is anticipated that with the increase in ridership, some routes previously served by ART will convert to BRT and
some ART or BRT routes may convert to LRT. These routes will move to BRT or LRT “if and only if” the intensive planning
process shows that conditions warrant the investment in the modal upgrade. As a result, some corridors have a dual
designation on the map below. New ART corridors are proposed to be added to 7 Mile, 9 Mile, Greenfield, Haggerty/Williams
Lake Road and Eureka Road to fill in gaps in the region and expand high quality transit service to the region. Regional
service would be expanded with the additional of commuter rail from Detroit to Monroe and Port Huron. Commuter service to
these communities is projected in this time period because both corridors have significant freight traffic that will require
capital intensive solutions to allow implementation.
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7.5 Proposed Rapid Transit Corridors 2021-2025

In a climate of continued use, the system is expected to continue to expand and upgrade in 2025. The network is laid out
with the proper mode addressing need. If ridership growth continues parts of Gratiot and M-59 will convert from BRT to LRT.
The last ART route is added along Twelve Mile Road through Macomb and Oakland Counties.
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Figure 17 Proposed Corridor Service 2025
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7.6 Proposed Regional Transit System 2026-2035

In 2035, a completed system will balance Community Transit, expanded bus service, ART, BRT, Commuter Rail and LRT to
provide a comprehensive system for the residents of Southeast Michigan.
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Figure 18 Proposed Corridor Service 2035

There are several other commuter rail options to the Regional Transit System that may merit further study. The Detroit-Ann
Arbor commuter rail line could branch off and terminate at Cobo Hall. An option of using the Dequindre Cut to provide
service to Downtown Detroit from Pontiac was considered but rejected due to the high cost of restoring the corridor. Service
using rail corridors could also be evaluated that serve Southwest Macomb (Warren, Sterling Heights and Utica),
Northwestern Wayne (Livonia, Milford, Novi and Plymouth).
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8.0 Mobility Benefits of Regional Transit Network

Expanded regional transit brings increased mobility, allowing the residents of Southeast Michigan the choice to take transit.
The proposed Regional Transit Network, including enhancements to existing services and the introduction of new rapid
transit corridors, will provide the residents of Southeast Michigan better travel options and more frequent service.

A well planned modern transit system integrates with other modes of transit. The most efficient trip will use the most efficient
mode, which includes, walking, cycling and driving. Integrating transit with a combination of these different types of modes
increases the quality of life of residents, specifically young adults, which is a goal of the plan.

8.1 Transit Travel Time Savings

The time saved and new trips that can be accomplished on transit are key ways to highlight the benefits of the proposed
Regional Transit Network. An analysis of the mobility benefits associated with an improved transit network in Southeast
Michigan. The analysis quantified the benefits, on a trip-by-trip basis, that are realized as a result of the expanded network.
The mobility benefits calculated are quite substantial and appear to position transit travel to be much more competitive with
the automobile as the network grows and expands.

An approach was designed to assessing the mobility benefits that would address the following types of trips: work,
entertainment, cultural, educational, medical and shopping. The travel times assessed covered the all time periods: peak,
mid-day, early AM, night and weekends. Looking at different times and types of trips, the assessment covers a wide variety of
riders including service industry and second shift workers.

A 0 ik i dUlg-203
Thirty trips (origin to destination) from across the region were assessed. The Early AM 39% 64%
trips evaluated were chosen to insure that the employment areas, major Peak 18% 27%
entertainment, culture and educational activities were covered been being Mid-day 14% 29%
considered. The transit travel times were calculated in both directions simulating Night 19% 39%
aperson’s true round trip travel pattems. Weekend 3% 5%

Trip times were calculated for 2008, which is the baseline. Calculations of transit ~ T2ble ‘,‘sﬁ::':‘r?pi :ﬁ.sﬁ:&?:c'ge;?::f Day
travel time were made for the same trip taking place on the network that is
proposed to be in place in 2015 and third calculation was made using the 2035 recommended transit network.

Special attention was paid to identify and assess typical trips for elderly. Ten of the transit round trips calculated were
designed to model typical trips taken by elderly travelers by selecting key typical origins and destinations as well as times
concurrent to senior trips. The elderly trips include the use of Community Transit which is targeted towards their use.

The 2008 baseline transit travel times were determined by using the alege W0G-2( JUg-20
online trip planners for DDOT and SMART. The 2015 and 2035 trips Cultural 7% 27%
were determined by using the projected service in place of the network | Education 22% 36%
at that time with service frequencies based on the mode standard Elderly 9% 21%
adjusted for the projected corridor use. For the purposes of these Entertainment 32% 47%
e 55250 o I 000 s ssumed et
g assumption) Work 35% 43%
Using transit on the sampled trips in 2008 varied from extremely Table 5 Average Time Savings for Each Category*
convenient to not possible for four of the trips. Comparing 2008 to using *Sorme trips are in multiple categories

the proposed network in 2015, the average cut in trip time is 18%. One of the four trips unavailable to transit users in 2008
can be traversed using the 2015 network. Comparing 2008 to the 2035 proposed transit network, the average reduction in
transit trip time is calculated to be 32%.

The total time savings for all 30 trips 2008-2015: 1085 minutes and for 2008-2035: 1722 minutes. On average, transit users
will save 18 minutes in trips from 2008-2015 and 29 minutes time on trips comparing 2008 and 2035. These times do not
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take into consideration the environmental benefits such as less pollution, less fuel used and intangibles such relaxing while
riding versus driving in congested traffic. Two trips reviewed will save more than 90 minutes each way, while seven trips will
save a time of less than 20 minutes.

8.2 ADA & Elder Mobility

The proposed Regional Transit System will enhance the mobility of all residents and workers in Southeast Michigan.
However, it is important to focus on the specific mobility improvements for the disabled and the elderly as these groups are
key targets for improved services. The use of transit by the elderly and disabled community was a focus from the outset of
this project. Increasing mobility for the disabled and elderly is not just about increasing service. Improving facilities to better
accommodate the disabled and elderly is useful to increase ridership and lower costs. This plan proposes that all vehicles
and new facilities be accessible which will be a benefit to both groups. By working with communities to make sure that
continuous sidewalks connect to shelters, the elderly and disabled will able to access and choose to take fixed route transit.
Low Floor buses and light rail vehicles will allow both communities to enjoy the advantages that the Proposed Regional
Transit System will provide.

Extensive concerns were raised relating to the ability to use ADA service between SMART and DDOT service areas. With
the need to reserve services on both providers to complete a trip that can be as short as a couple of miles, the system
currently causes undue difficulty for ADA service that ‘crosses the boundary’ between DDOT and SMART service. The
recommendation that SMART and DDOT ADA service be coordinated initially and eventually combined will solve this major
issue in the region. Curb-to-curb and door-to-door service will need to be expanded. It will be a major step towards increasing
the mobility of the disabled. Trips that are difficult to make, if at all, will be possible.

Access for the disabled to work, education, culture, entertainment will be enhanced by this plan. The provision of more fixed
route service that covers the area, with more service provided, makes most major destinations within the current SMART
region accessible without paratransit service. Schedules must be made more available by a variety of methods; posted in bus
shelters, available on-line, available via 1- 800 phone numbers and posted in Sunday papers.

Addressing the disabled and elderly who cannot use fixed route services, this plan recommends that paratransit service
increase by 50%. This is to accommodate the projected 50% growth in the elderly population in the next 25 years, whoare a
major consumer of paratransit services. In combination with savings froma combined DDOT-SMART paratransit service, the
disabled will be provided with more service s0 the number of trips can increase and the wait times for service will decrease.

SMART and DDOT or the regional transit authority must work with community organizations to develop guide or travel coach
programs to enable disabled or elderly travelers that cannot travel alone or need help learning how to travel via public transit.

The elderly generally fravel outside of normal peak periods. Proposing more service hours during midday will immediately
increase the mobility elderly, and the disabled. The SMART service area, where the vast majority of growth in elderly
population is projected to oceur, midday service is sparse. This increase in midday service will allow the elderly and disabled
more opportunities to use transit for their elective trips for culture or entertainment.

8.3 Multimodal Connections

The best mobility advantage will come to Southeast Michigan when an improved transit network integrates seamlessly with
all forms of transportation. Currently transit does this by using Park and Ride lots, bike racks on some buses and providing
walkways and shelters at certain locations. These efforts need to be expanded. Connections to greenways and expanded
bicycle facilities will provide additional benefits to the region. Additionally, transit oriented design principals should be
established that will educate developers on ways to build properties that raise the prominence of the transit user to the
automobile user.

8.3.1 Mobility Hubs

Mobility Hubs is a new concept to provide seamless, multi-modal trips for all types of transportation trips. Rapid transit
stations are a natural location for the concept. Integrative approaches such as information technology innovations and
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enhancements, service innovations, urban planning and design for accessibility, innovative financing and policies, and other
integrative approaches are used to help transit riders in the most efficient mode for their trip. An example of this is the
location of car sharing at a rail station to facilitate a trip which may not be accomplished on transit.

8.3.2 Bicycles

Bicycles are an environmentally friendly mode that extends the reach of transit. There are several different ways that bicycle
riders interact with transit which are described below. With an increase in bicycle faciliies, modal connection between
bicycles and transit will increase.

Bikes on Transit

All new transit vehicles in the region should accommodate bikes. Currently all SMART buses are equipped with bike racks.
DDOT is testing bike racks with the goal of eventually equipping their fleet. All new services in the Regional Transit Plan
should accommodate bikes. On ART and BRT vehicles this should be accomplished on the outside of the vehicle, while on
Commuter Rail and LRT the racks will be inside of the vehicles.

Secure Bike Storage At Stations

All new BRT, LRT and Commuter Rail stations should have at a minimum of two bike racks to allow bike parking. In many
locations in the country, people will ride a bike to their rapid transit station. This option helps extend a station’s access area
from 2 mile (the distance that people are willing to walk to rapid transit service) to over a mile. Larger stations that are
integrated into the community can house bike stations. Bike stations provide enclosed bicycle parking and facilities to wash
up after a long bike ride.

8.3.3 Park and Ride Connections

Park and Ride lots are crucial to the success of transit in lower density areas as well as to access the new rapid transit
corridors. ldeally transit riders begin their trip on transit, but it is not always possible. Providing a location for drivers to safely
park their vehicles and comfortably wait for transit will help grow ridership. In the western parts of the region this will be a key
policy to entice people to use transit. Park and Ride lots should be part of the design for ART, BRT, LRT and Commuter Rail
stations. The lots should be built and in place as the service opens.

Transit ridership can be quickly grown by the near term creation of Park and Ride lots to complement the numerous lots
currently in service. The RTCC, DDOT, SMART, Macomb, Oakland, Wayne Counties should work with MDOT (who has
jurisdiction over most of the major corridors in the region) to identify locations where Park and Ride lots can be conveniently
located off of major corridors and highways.

8.3.4 Greenways

The Regional Transit Network should integrate connections greenways when possible. Greenways are corridors that are
designed for non motorized travel. Built in urban and suburban environments they provide a pathway for pedestrians,
cyclists and skaters and the opportunity for safe travel without concern of motorized vehicles. In some settings in the region,

Greenways often provide connections to natural areas which are destinations not often accessible on transit and thus will be
a destination for transit users. Future transit and greenway plans in the region should be coordinated as early as possible in

such as bike shops (that rent bicycles), sports stores and restaurants can be located at these modal hubs to provide a
Synergy around transit-greenway nodes.

There should be ongoing coordination with greenways projects to assure that there is harmony between motorized transit,
non-motorized and greenway corridors.
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9.0 Economic Benefits of Transit Investment

9.1 How Transit Affects the Local Economy

Industry research shows that for every dollar invested in transit, that there is a return of between $4 and $8 to the regional
economy?. In region after region throughout the country, the development of transit corridors has been shown to accrue
benefits to the wider community —through direct benefits of development, but also through indirect benefits refated to
improved property values, increased sales and the creation of a more attractive investment climate. An expanded transit

Transit, when it is part of broader aggressive economic development strategies can enhance the impact of overall economic
strategies. In other words, the addition of a transit component as part of economic development strategies can make “good”
development results become “great” development results. Transit is a proven ‘accelerant’ of development results. Transit, on
its own, does not have as significant an impact as when it is paired with broader economic development strategies.

Current SEMCOG population and employment estimates in the three coiunty Southeast Michigan region are nearly flat, with
annual growth around 0.5% between now and 2035, Additionally, corridor level growth in some cases is declining. Without a
concerted effort to spur the economic conditions of Southeast Michigan, involving aggressive economic development
strategies and the introduction of transit corridors, very little growth can be expected.

the type identified in this project can ultimately have an impact on how the region grows, where people live and work and in
the development investment climate. There wil need to be regional dialogue to address the multi-jurisdictional issues that

advance economic development at the system level. These regional strategies will set a near term goal to establish a
positive development and regulatory environment that will be able to “incentivize” transit oriented development before the
transit is implemented.

One additional consideration is important to discuss. A number of business site selection professionals have noted that
regions with rapid transit and a robust transit system or those that are investing in that type of

3 Street Smart: Streetcars and Cities in the Twenty First Century. Shelley Poticha and Gloria Ohland. 2006, Pages 3-4
The Benefitls of Public Transportation. Essential Support for a Strong Economy. APTA
Public Transportation and the Nation's Economy: A Quantitative Analysis of Public Transportation's Economic Impact. Cambridge
Systematics, Inc. 1999
Portland Streetcar Development Oriented Transit. Portland Office of Transportation and Portland Streetcar, Inc. 2006
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9.2 Representative Corridor Economic Development Impact

As part of the Comprehensive Regional Transit Service Plan (CRTSP) project, specific research was conducted on 4
representative / illustrative corridors. This analysis looked at the value of new development directly related to transit. Four
sample corridors were selected, each representing different development environments. A similar type of economic
development impact studies have been done recently in connection with the Aerotropolis.

The four representative / illustrative corridors studied were:

e Woodward
o Telegraph
o 8Mie

e M58

For each of these corridors the economic and fiscal impacts of the proposed phasing was calculated for the four
representative / illustrative corridors. (There are more than 4 corridors being recommended, so the quantitative results that
are obtained in the evaluation of the 4 representative /illustrative corridors provides a lower quantification of the overall
impacts than if the full set of recommended corridors were implemented. The RTCC can use the methodology established in
this analysis to project the impact of implementation in more corridors.)

9.21 Economic Impact of 4 Representative Corridors
The economic impact (again related just to the 4 representative / illustrative transit corridors) at 2035 buildout is seen below:

e 30,000 new jobs (direct and indirect impacts)
o $1.4billion in payroll

e 10,800 new housing units created

e $1.9 billion in new development vaiue created

o $224 million in annual retail sales

9.2.2 Fiscal Impact of 4 Representative Transit Corridors

In addition to the economic impact of the development created by the introduction of these 4 representative transit corridors,
a fiscal impact can be calculated. The fiscal impact is the effect of this development on tax revenue based solely on the new
development that can be attributed to transit implementation. The development generated the 4 representative transit
corridors will create $87 million in annual tax revenue to the State of Michigan and local jurisdictions. The fiscal benefit from
existing development that increases in value as a result of the transit corridor implementation is over and above the $87
million annually.
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10.0 Network Costs

The capital and operating costs of all the proposed Regional Transit Network are listed below. Capital expense for each
service includes vehicles and facilities, including support facilities for the maintenance of vehicles. Operating costs are the
yearly costs to run the network. The majority of operating costs covers labor and is estimated to increase every year, The
capital costs are listed as total expenses for the time period listed. The 2009-2012 costs are for ART only and do not include
any LRT costs. The operating costs are listed as the yearly operating costs during the time period listed. Commuter rail
projects are the responsibility of SEMCOG and MDOT and all the costs have been separated to reflect this.

16.1 Capital Costs

Corridor Development — ART, BRT and LRT(Section 7.0); (Section Service Frequency increase (Section 4.2.2); New Routes
and Additions (Sections 4.2.1 and 4.2.3); Job Connectors (Section 4.1); Connector Service (Section 4.4); People Mover
Enhancements (Section 3.3.2); Paratransit (Section 4.3); and Bus Stop Enhancement Shelters (Section 4.5).

FTA New Starts funding for capital costs is available from the Federal Government, theoretically at a match rate of 80%
Federal/20% Local. However, recently Federal New Start Funding has typically required a 50% Local Match. Asa
conservative estimate, a local match of 50% is assumed for capital costs. The funding that Southeast Michigan and/or the
State of Michigan will have to provide each year to build the Regional Transit Network is listed as Total Annualized Capital
Cost. Again, all costs are listed in current year dollars (2008).

These costs grow over time, anticipated to peak in the 2016-2020 time period with the addition of two commuter rail lines
(Planning, implementation and funding is the responsibility of SEMCOG and MDOT), three LRT corridors, three BRT
corridors and five ART corridors. Job Connector costs drop over time because it is anticipated that the service will be scaled
back as rapid transit service grows in the region.

10.2  Operating Costs

Operating costs listed include the costs for providing all the new service proposed in this report with the except of the
commuter rail. Those costs are listed separately because the service will be the responsibility of SEMCOG and MDOT. The
operating cost for the new service in the Regional Transit Network are anticipated to almost double the current combined
operating costs of DTC, DDOT and SMART of $293 million*. While these projected operating costs are significant, when
compared to other areas, Southeast Michigan will still have a per capita expense lower than the national average of $184.

Beginning in the late 1990s federal funding for operating transit was discontinued. Capital funding is permitted to be used for
some maintenance costs, but on the whole, operating costs must be funded from non-federal sources. All operating costs for
transit, like the capital match, must come from local sources. The bottom half of Table 6 details the annual operating cost for
the Regional Transit Network, which increases from $352 million to $600 million per year.

“ Reported 2006 Budgets, 2008 National Transit Database
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11.0 Funding the Regional Transit Network

Implementation of the proposed regional transit network will require additional funding to be generated. In addition to funding
from the Federal government that can be used to help build the system, funds will be needed to operate the system.
Operating funds generally must be raised at 3 local or state level.

11.1  Needs

* The RTCC will need to develop a plan to leverage the maximum level of Federal funds for capital projects (new
vehicles, enhancements to bus stops, ART/BRT/LRT development). It will also be necessary to identify a dedicated
source of local funds.

¢ The RTCC will also need to identify a source of dedicated local/regional funding for transit projects. The dedicated
funding source can be used to match the Federal capital dollars or to bond capital projects. The dedicated funding
source is also needed to fund the annual operating cost of service.

* The RTCC or the regional transit organization will need to work closely with the FTA to study and evaluate Private
Public Partnerships (P3) as a method for funding corridor development and operations. The FTA is currently
working on a Private Public Partnership Pilot Project (“Penta ~P") with three Regional Transit Authorities to develop
modals for future P3 programs. P3 programs are intended to provide a method of sharing risk and accelerating the
speed of project funding approvals,

In the industry, there is a very wide array of how other regions obtain their dedicated local funding - everything ranging from
property tax (or millage) to employer head tax to sales tax. Nearly 2/3 of regions, however, have chosen a sales tax as the
basis of their dedicated funding source. The type of funding source selected depends very much on local politics and the
types of agreements that can be brokered.

Discussions at the Federal level about a new Federal Transportation bill are commencing. (The current 6-year transportation
funding bill is called SAFETEA-LU - Safe, Accountable, Flexible, Efficient Transportation Equity Act: A Legacy for Users is in
place through 2009). With each 6-year transportation bill, renewed and revised objectives guide its development. It is
essential that the Southeast Michigan region engages in discussions at the federal level with staff and elected delegations
about the vision of the region and the capital funding needs to make the vision a reality. The time is right to have these
discussions now.

Any efforts to raise funding for a regional transit organization must be closely coordinated with other legislative or ballot
initiatives, including the SMART millage renewal in 2010.

11.2 Modal Funding

For this plan, the goal would be to begin implementation of ART services through formula or earmark federal sources (Bus/
Bus Discretionary, Clean Fuels, Section 5307 funds) or the use of flexible transportation funds from Surface Transportation

Program. Many states choose to provide transit projects access to this flexible funding pool.

Implementation of Bus Rapid Transit and Light Rail projects would most likely require successful pursuit of New Starts
funding from the Federal Transit Administration. There is a long lead time on projects that are successful achieving New
Starts funding. The competition from throughout the country for funding from this is very strong and the program is
oversubscribed. There is a long back up of projects that are seeking projects through this source. It is possible that there will
be changes, possibly even substantial changes, to this program with the next reauthorization of the transportation bill, but
then nature of these changes and the impact of a new incoming president won't be known for some time.
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12.0 Next Steps for RTCC

There are a number of recommended Next Steps for the Regional Transit Coordinating Council to advance regional transit in
Southeast Michigan and to meet the projected network implementation plan.

L
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Adopt the Comprehensive Regional Transit Service Plan for Southeast Michigan
Work with DDOT, DTC and SMART to implement the Opportunities for Enhancement Through Coordination
Commence planning for Arterial Rapid Transit funding and implementation

Begin the process of establishing a regional transit organization with the powers to plan, fund and operate
transit service

Begin planning for 2013-2015 network improvements (BRT on Gratiot and LRT extension from Grand
Boulevard to 11 Mile)

Obtain a dedicated funding source
Implement the regional transit organization including staffing and institutional arrangements







